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T9 Hie Prom^nal Con^tt^e pf t)i^ West CumberlancJ, Furneas, and 

M<^?eq«5abe Pjlj Bwlv^ay. 

BU^vjii^p by ftpppittto^Drt met gir IJ. 1> Flen(i^g Senlj^ousje, Edward 
PtaMjiey, KiEiq. M- P.^ and pttier me^nl^^r? of ypUjT cipnpaaUtee a.t Maryport, 
ppL^^ 19th^f Octpq^jr last, uv} bftvii;^ hadl^d lieJHsre me e^U tl^e informa- 
tipu tl\at ]m^ bet^ ojitaiiied relative to tjie pxopQ^ed rail^^y, 

1 commenced pay ^xaip^n^tion of tb^ coimt^ ^ M^Jff ^^9 l^ei^S 
.i9LCComp?uved by Sir H, X^e FIc^imQg Senhouse, 

I toed uppft the pcdnt for the ji^nqtio^ of tbi? i^tend^d r?iilway witb 
the Carlisle and Mairyport raU.w^ (upw in qpuir^e of ^x^equtian), opposite 
tbe pout)|-e9<t *idp .pf tfe Cantle hUl; from this point tb^ Uue will bear 
fiicf^jr tp thp iipnthw^d, passing to the ea^t side pf ^ ;iew cpal pit now 
sin^ij^, ^d pontinuuig in a direct line betwq^n the turnpike road ^"^^ 
tl^e %^ ?We pp^ to WorkiAgtpn, diverting ^e turppi^e road in piie or 
two places, to give more room, and to obtain a straighter line fpr the 

At Wpiikingtpn I was also joined by Mr- Mitchell, of M^ryport, w^io 
wpi3Lt over the groijnd with ns tp Whitehaven, ?ind his assist^qe, from 
his knowl^ge of thp country, was very serviceable to me. At Workix\g- 
tpn, the r^Iway wiU be carried pver ^e D^went, at 9\|ch a distai^ce 
fibpvp the qp^ya a9 npt to iAterfere with the shipping. The line will 
ih^n bp copitinued in a direct Upe^ makipg tQwai:g^ the sea ahore, and 
passing close to We?j;fiel(i, apd th^n passing ^etw^en the rope-walk s^nd 
vthe^high hiU'Oi^ the e?tst pf the rppe-^alk, pa^^ing pn the east end of 
Hampgtpn harfepvur, ^pd continuing with W efisy .qurye dii:eqt to the 
fjliflfs ftt the qhoftiprt .works, find so pn ajpjfg thp qtiffs tp Partpn, passipg> 
alpflg ,the abpie tp I^ord Lpi^sd^le's railwajr, under whip^ \\ will p^s, ^d 
oy tunnellihg through the hill, the line will come out between Broqkie- 
bailk> ropejy s^ad Bf wsty old rof^d. 

Tb^ y^ilwjiy will he carried through the .twn. of ^V\V^^?^«^ wn.^^^'s* 
^MPfib a feewhJt «Jboife4I the streets, ^ ,Xo t^x^Si^V^^ ^^.>^^ '^ Ni«&\\^^ 
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The direction of the railway through the town of Whitehaven will be 
on the north-west side of Tangier-street, on the north-west side and 
parallel to Strand-street, occupyinig the full length of this street It will 
then pass through Gale-lane by the Market-place to Gale-court, through 
Bibton-lane, and on through Messrs. Barkers' soap works, in front of 
Castle-row, and direct to the Brown Ware pottery, near which it will pass 
over the lower road to St. Bees. 

From this point, the line continues to Green Bank, round by Wood- 
side, into the St. Bees valley, passing St. Bees on the west side, and then 
it continues all along the cliffs by Wabrow Nook, to the river Calder. 

At Green Bank, I' laid down and examined other lines for levelling 
at Whitehaven, and from thence to the river Calder I was accompanied 
by Mr. Harrison, Mr. Barker, and Mr. Mitchell, whose knowledge of the 
localities was of the greatest possible advantage to me. 

The line I laid down for the Egremont deviation, went direct from 
Green Bank to the valley on the road from Whitehaven to Egremont at 
Bigrigg, passing into the valley of the river Ehen, a little to the south Of 
Cleator, and continuing down the valley, and passing on the east side of 
Egremont, by Low Mill, Woda Bank, iiensiae, and by St. Bridget's, to 
join the main line near the river Calder. 

I laid down another line diverging out of the main liiie a little to the 
north of St. Bees, passing on the east side of that town, and continuing 
on the east side of the road from St Bees to Nethertown, but crossing 
the said road about half a mile to the north of Nethertown, which it 
passes on the west side thereof, and continuing on southward to Bray- 
stones farm, to join the Egremont diversion near the river Ehen, along 
vrhich it goes to join the main line near the river Calder. 

The main line passes over the river Calder, near its mouth, and con- 
tinues at a short distance from the shore to Whitriggs, passing nearly in 
a direct line to Townend, on the west of Drigg. 

Mr. Harrison, Mr. Barker, and Mr. Mitchell having left me, I was 
invited to take up my quarters at Sir Le Fleming Senhouse's at Seascale- 
hall, and I was highly gratified in being favoured with his company and 
able assistance in examining the remainder of the country all the way to 
Lancaster. 

From Townend, near Drigg, the line will curve round to the south- 
eastward, passing the turnpike road to Bavenglass, near Mite-house; it 
will then pass over the river Mite, and pass behind or on the eastern side 
of Bavenglass, and continue in nearly a southern direction, and cross the 
road from Bavenglass, from Bootle near to Beebv Gate, and curving 
round to Holm Yate, following up the valley to Whitbeck, which is the 
summit; from hence it will continue down another valley by Site Croft, 
Kirk Santon, Whitrigg Close, and to Hodbarrow Point 

I laid down another line for levelling, to go nearer to Bootle; it leaves 
the main line near to Beeby Grate, and passes close to the western side of 
Bootle, running parallel to and at a short distance on the western side of 
the road from Bootle to Whitbeck, near which latter place it joins the 
main line. 

Having examined the country down to Hodbarrow Point, we made the 
best of our way to Broughton, and next day we proceeded to Fumess 
Abbey, and having met Mr. Jopling, we were fovoxixed mth his assistance 
la exaaiining t&e couatry in the nLeig\i\)0^\ioo^ ol lS\3X\»ia!& K^^v^. 



From Hodbarrow the line continues directly across the Dtiddon to 
Eonhead; it then curves round by West Plat, leaving Furness Abbey on 
the south, but passing completely out of sight of it, the line here being in 
deep cutting through the red sand stone rock, continuing by an easy 
ciirve on the south side of the Hole Beck, to Leonard's Point, nearNewbig- 
gin, on the west side of Morecambe Bay, where it joins the line laid down 
by Mr. Hague, that runs across Morecambe Bay to Poulton, on the east- 
ern side thereof. 

I laid down several lines here for levelling, the country presenting such 
variety of surface. 

The first was a deviation starting out of the main line near Little Mill, 
and joining the line laid down by Mr. Hague, which joins the Duddon, 
about one quarter of a mile to the north of Honhead. 

The second was a deviation at Holebeck passing nearer Leece, in order 
to diminish the radius of the curve of the hue. 

I had also the line laid down by Mr. Hague, which I ordered to be 
levelled from Newbiggin by way of Newton and St Helen's to the Dud- 
don, at the point from whence Mr. Hague had his section taken across 
to Hodbarrow Point 

From all these different sections it was afterwards found that the point 
fixed upon by Mr. Hague on the east side of the Duddon did not work 
into the line which I found it necessary to fix upon to carry the line 
across the promontory of Furness, so advantageously as the line from 
Eonhead to Hodbarrow point It therefore became necessary to level the 
line across the Duddon trom Eonhead to Hodbarrow point, and I found 
it does not materially differ from the line a little above it, as levelled 
across by Mr. Hague, and therefore his project will not be influenced by 
this small deviation from his line across the Duddon. 

Having therefore carefully examined the promontory of Furness and 
the western coast of Morecambe Bay from Newbiggin up to Ulverston^ 
we proceded to Poulton, on the eastern side of Morecambe Bay and ex* 
amined the country very carefully from thence to Lancaster. 

The main line passes from Poulton to the north of Torrisholme, on 
the north of Skerton, and passes over the river Lune above the bridge 
at Lancaster, and passing over the Lancaster Canal near Bridge Lane, it 
then curves round and joins the Lancaster and Preston Eailway near to 
the station of that Eailway at Lancaster. 

I had the line laid down by Mr. Hague from the Lancaster and Preston 
Eailway also levelled : this line passes over the river Lune below Lan- 
caster bridge, passes through more valuable property at Lancaster, has 
a quicker curve and a more expensive passing over the Lune. 

At Lancaster we were assisted in our examination of the district by 
Mr. Jackson, Vice-Chairman of the Lancaster and Preston Eailway 
Company, to whose polite attention we are much obliged. 

At Lancaster I parted with Sir H. Le Fleming Senhouse; 

I have been thus particular in detailing the examination which I madeof 
the country through which this railway is proposed to. pass, that you may 
be assured that every pains was taken by me to obtain a thorough know- 
ledge of the country and all its localities, so as to give my staff on my 
return to London my instructions with almo^l ^"a t»m^\v ^^N^so^a.^ W>&: ^- 
had been on the spot with them. 

Indeed I walked over the priucipal part ot V5aft\iu^> \i^ni\x^% ^^'^^s^. 



whole week upon it, ahd I miist hefe beg leSvd t6 r^nrn thy most nincere 
thanks to all the gentlemen who wete kind enough to afford tne their 
assistance, and particularly to Sit H. Le Fleming S^nhotise for the pains 
he took to obtam for me the information I was in quest 6f, 

On my return to town, I sent down my staff, afid they having levelled 
dll the various lines already described and returned to town Again, I have 
i\ow to present you with the result of their kboturs, dnd iny dbs^^ations 
in general terms upon the whole of the Une. 

Accompanying this report I have lieht yoti a ^ctleiti plotted to ti Ion-* 
gitudinary scale of five inches to a mile, and a vertical scale of eighty 
%et to an incih; dver this setstioh atie also pldtt^ all the different devia- 
tion sections that have beeti levelled, in otder that my reasons for pre* 
ferring the one which I havtB laid down for the inbin line May be seen at 
once by inspection, as they ^ie plabed immediately above that part of the 
section of the main line that htts been adopted in their places. 

I tave also Sent you half a dbaen MipH of the whole line of doutitry, 
Idl the Way ftom Lancaster to Marypott, with th^ Main Line, and all the 
Variatibiis th^t I have had levelled laid down upon it to a dcale of ond 
inch to a mile. 

I have also sent half a ddzeh Sections of the Main Litte to accompany 
thes)e Maps upbh the isaxbe longitudinieli^ scale, bhd to a vertical scale of 
four huYidrea ffeet tb bne inch; but it was hbt thought necessary upon 
this shlall seale to lay do^h the set^tibhs of the different vatiations that 
are plotted with the lieirge sections. 

I shdl how travel back again over the liftb t^ci^ Landastet to Mary- 
port, and tnahe a few observations isis I gb albng. 

The Lanic^ter uiid Preston railway has so high a teftnintis at Lanc;as* 
ter above the river, ahd the grounds nte so low bn the north side of the 
river, and the distance in i^hich it is neceisAary to bbme down to low 
' ^ound in order to rini on to the M(>tecambe Bay embankment being so 
short, I havie been obliged to lulopt a steeper giudient here than I 
otherwise would have wished, thfe i^icliniatibn beii^g tWenty-four feel per 
'mile, or oAe iii two hundiied and twenty for three tnilels and fifty-three 
chains. 

I do not, hbwevet, "bthetwise tisigt^ being obliged tb Adopt the gradient 
than as it d6es not sb w^U icbmpM >¥ith me more favbutable gi*SKlienti3 
on the rest of the line. 

That there can be no prftcti^le objeclibn to this gradi^t for this 
short distance icah be best ahd\frei^, ahd Will coiAe hbWie tb the convic- 
tion 'of eveiy one when they are infbttned, that there k on the Gmnd 
Junction railway a gradient bf twenty-nkie ffeet three indies per mile, w 
one in oiie htindred and eighty for three taailes a-nd twenty chains, which 
is worked -over idaily withbut oAe passenger in a liundred being aware of 
the fact. 

On con^aring Ifcfe sectidta belbw the bridge ^t Latfcaster With tJhe sec- 
tion above the btldge which I have =ftA6pted, it will be seett tlsat th^ei-e is 
less cutting, iess etaabalikiiifg, less bridgittg^ and the radios ^f the cutve 
is Moi-e ihan 'dotible, ttfd thiit therefore it iis l^e preferable line in all 
respects. 

As U is not my intention to 'etoffccr tipbh <ihe subject bf the passing over 
Morecawbe Bay and the Duddon Sandfc, llvW. \te5i\\\% V^ ^flSciemtly 
reported to yon vpoh by Mr, Hicgne, 1 skiAY otA'^^assse Q\i^«r^«i^5ftax.\ 



have inclnded them in my plans and sections, that yon might have a con- 
tinuous hne from Lancaster to Maryport all in one section. 

The railway will pass over the Morecambe Bay on a level, and in 
entering Fumess near Newbiggin the gradient becomes sixteen feet per 
mile, or one in three hundred and thirty for four miles to the summit, 
and then it falls at the aame rate for four miles to the Duddon Sands. 

I have given you here the sections of all the different lines that I have had 
levelled. I have of course given the preference to the one I have adopted 
for the main hne, which is entirely through the red sand stone formation, 
and consequently the sides of the cuttings can be cut upright, and the 
material tlmt will be got will be serviceable for the masonry on the line; 
the upper section would for a considerable portion of its distance pass 
through the limestone formation. It is, however, quite out of the 
question to make a railway on that line, as it would require two miles of 
tunnelling, and although Mr. Hague will require a*large quantity of mate- 
rial for his Morecamb^ Bay embankment, it is much more preferable to 
make the railway in a situation where it will be less below the sur&ce of 
the ground, and to get the material for the embankment by side cutting 
nearer at luind. 

It will be observed that I have laid down a branch up to Dalton that is 
itot one mile in length, and which can he made at a comparativjely small 
expense* 

I have not thought it necessary to survey or level a hue up to the 
important town of Ulverston, as the railway up to that town will be laid 
down on the embankment which Mr. Hague proposes to make for the 
ship canal, and will consequently be a perfect level line, except where the 
diversion fh>m the embankment goes off to rise up to the town. It will 
be necessary t6 have this branch kdd down in the parliamentary plans, 
and insetted in the notices. 

The railway on this embankment will be a valuable auxiliary to the 
ship canal) as the vessels can be towed up or down the canal by die loco-* 
motive engines expeditiously, and at a light expense. 

I have found it necessary to make an addition to the embankment over 
the Duddon Sands as proposed by Mr. Hague, in order to preserve a 
gradient of sixteen feet per mile; but for this we have abundance of 
material Arom the cuttings that could not otherwise be disposed ot 

It will be seen from the section that there is no work of any magnitude 
from Hodbanow IMnt to Bootle, and that the line that I had levelled to 
take the railway nearer to Bootle, cannot be put in competition with the 
line [ hftv^ adopted, which leaves Boode about half a mile to the east" 
ward, land whitth I am given to understand, is preferred by the inhabi-* 
tante. 

From hence to Bavenglass the line consists of alternate cuttings and 
lembankments ; «it Ravengkss the rivers will be passed over on arches* 

From Ravenglase to ^ Bees the cuttings and embankments are com- 
{larati^y lights and as Ute line will be carried along the cliffs through 
the red sand stone fonnatkm it will be of easy execution. 

ft beilg «ugge«ted to tte that a line farther inland would be more de- 
maMe them the cliff line, I had the deviation "(called the St. Bees deviation 
on (Hne^seelikm) lefielied m <)r(ler to ahew tjbie d^9»^«Kv\aJ^^ ^1\:^^^k&!^^^&»^ 
■ccmtse; ^^tlhauA it was quite appMient \o m^ ^wbeiv wv^dofc «^^\. ]^^y 
J could n6t Sxid a Une ofwcixJa c)hwf*cte« «a vi<i>aXVvB^«*»^K^^ ^*^*^ 
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it, yet to unexperienced eyes it must appear to be a good railway line, 
and a question might hereafter arise, and enquiry might be made, why I 
had not taken it. 

It will be seen that on the cliff line, there is no inclination more than 
ten feet per mile on one side of the summit, and eight feet per mile on 
the other side of the summit, whereas upon the inland line there is thirty 
feet per mile on one side of the summit for three miles and a half, and 
thirty feet per mile on the other side of the summit for three miles, and 
the expense of the construction of the line would be three times as much. 

As the length of the line of railway if taken up the valley to Egre- 
mont, and by way of Oleator to Whitehaven, would have been something 
shorter than the line round by St. Bees, and as that valley was full of 
population, and contained very valuable mines of iron ore, it would have 
added very much to the utility of the railway, provided the country 
would have admitted of a line of railway being constructed through it 
with such gradients as would have been admissable on a main line, and 
provided the works to be executed to obtain these gradients were not of 
too expensive a description. 

I carefully examined the whole of this district, and although I was quite 
satisfied myself from my view of the country that there was no chance of 
getting such a line as would justify me in making it part of the main line, 
yet in order to convince those who might not be able to form an opinion 
without seeing a section of each line on paper, I gave orders to have the 
levels taken, and the section called the Egremont deviation is the result 
of these levels. 

It will be seen that this deviation is infinitely worse than the St. Bees 
deviation, for here we have three miles and one half with a rise of forty- 
four feet per mile to the summit, then a level for two miles, and then a 
descent for three miles of forty-four feet per mile ; the works are of a 
very expensive description, and in addition to these disadvantages, we 
should be obliged to nave a tunnel of one mile and three furlongs long, 
and that on the steep incline of forty-four feet per mile. Therefore, to 
take the main line round in this direction would be quite out of the 
question. . 

If when the act for the main line is obtained, the traffic out of the 
valley of Egremont should be considered to be entitled to a branch, it 
should go out of the main line near Wabrow Nook, and although it 
would be considerably round to go this way to Whitehaven, it would 
afford a good commumcation southward. 

It will be seen from the section that from St. Bees to Whitehaven there 
is only one cutting of any importance, and by a slight deviation of the 
line, this may be reduced to such an extent as just to produce as much 
cutting as would be required by the embankments. 

I have already stated that Uie railway would be carried through the 
town of Whitehaven on arches, and as there is such abundance of fine 
stone in the immediate neighbourhood, these arches might be constructed 
in such a way as to be highly ornamental to the town. 

The tunnel which would have to be made through the hill on the north 

of the town all you gentlemen of Whitehaven know better than I can tell 

you that it is a moat perfect and valuable satid stone, and that the tunnel 

would be cut out of it in the solid, and that exceo\. va ^oma fevi places 

fE&ere the strata might be dislocated, no arch.mg otWM\u%\\^ ^Qvj\.^\«i 
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necessary, and that all the stone that was got out in making the tunnel 
would he used in constructing the arching through the town of White- 
haven, 

From the north end of the tunnel, where the railway passes under Lord 
Lonsdale's railway to Harrington, there are no works of any magnitude, 
and in the cliffs there is plenty of stone close at hand for all the purposes 
of the works on the line. 

At Harrington there would he a series of arches, to carry the railway 
across the eastern end of the harhour. 

From Harrington, to Workington the. works would be of a very easy 
description, being cutting through sand hills and embankments of sand. 

There would be a series of arches to carry the railway over the river 
Derwent at Workington ; from hence to Maryport the railway would run 
nearly upon the surface. 

In looking over the section, it will be seen that from Maryport to Hod- 
barrow Point, adistance of forty-two miles and a half, there is no gradient of 
more than twelve feet per mile, that the next steepest gradient is sixteen feet 
per mile across the promontory of Fumess, and that the steepest gradient 
upon the whole of the line is twenty-four feet per mile, and this fortunately 
occurs at that part of the line where it can best be admitted, thus afford- 
ing to the trains a good velocity at starting out of Lancaster, and enabling 
them to bring up at the station with greater ease. 

The following is a list of the gradients upon the whole line, commen- 
cing at Maryport and travelling south to Lancaster: — 

Table qf Distances and Gradients* 



Total distance. 


Intermed. dist. 


Rises. Falls^ 


Gradients. 


Ratio. 


Miles. Chains 


Milcs.Chaius- 




Ft. per mile. 




5.40 


5.40 


Level. 






7.eo 


2.20 


Rise. 


8- 


1-660 


9.00 


1.20 


Fall. 


12- 


1-440 


11.00 


2.00 


Level. 






12.00 


1.00 


Rise. 


12- 


1-440 


15 00 


3.00 


Level. 






16.40 


1.40 


Fall. 


6- 


1.880 


19.00 


2.40 


Rise. 


8- 


1-660 


21.40 


2.48 


Fall. 


10- 


1.528 


22.00 


0.40 


Fall. 


6- 


1-880 


25.00 


3.00 


Rise. 


10' 


1-528 


27.00 


2.00 


Fall. 


10' 


1.52S 


28.00 


1.00 


Fall. 


8- 


1-660 


30.00 


2.00 


Level. 






30.40 


0.40 


Rise. 


8- 


1-660 


32.40 


2.00 


Rise. 


12- 


1-440 


33.40 


1.00 


Rise. 


8- 


1-660 


34.40 


1.00 


Fall. 


8- 


1-660 


35.40 


1.00 


Level. 






36.60 


1.20 


Rise. 


8' 


1.660 


40.00 


3.20 


Fall. 


8- 


1-660 


41.40 ^ 


1.40 


Level. 






43.00 


1.40 


Fall. 


8* 


1-660 


43.40 


0.40 


Level. 


• 




47.40 


4.00 


Rise. 


16* 


1-330 


51.40 


4.00 


Fall. 


16- 


1.330 


63.166-TO 


11.566-10 


Level. 






66696-10' 3.53 


Rise. 


24' 


1-220 



In this table you have the gradients conaecxx^iN^V^ \ ^^kai^^^^vs^i^NaSs^^ 
will shew at one view the total lengtix o£ eac\i ^i>aB\i\»x ^■d.^^8soX.--'<>a.^>\ — 
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DISTANCES. 
G&ABIIENTS. MILES. CHAINS. 

Level 27 

6 feet per mile, or one in 880 • • • • . . . • 2 

6 feet ditto, or one in 660 •• •• .. •« 14 

10 feet ditto, or one in 528 T 

12 feet ditto. oroneiB440 .• •• •• ..4 

16 feet ditto, or one in 330 6 

24 feet ditta oronein220 3 

Tolal 66 " 69| 

I kave gone carefully throngb ihe sectioifts, and hftve had all t^e cuttings 
and embankments carefully calculated, and I fijid the earthwork will not 
exceed 70,000 cubic yards per mile, on an average. Leaving, of course* 
the Morecambe Bay and Duddon Sands but of the oaleuktion, I believe 
there are few railways in the Idagdom which have an av<eEage of so small 
a quantity of earthwork per Hiile. 

I have gone thnmgh a caleukiion o£ the ^obihle amount of the cost 
of this vaUway^ aod from the favourable nature of tfie matsrials in ^he 
cuttings and embankings, amd considering <that stone for the bridges and 
other wori&s on the line can be had in any quantity at almost ever^ pomt 
where it would be wanted, and that the land wbidi would be re^uiired for 
the railway being priaoipally amcoig the diffii, woiuld, cai an average* in- 
cluding ihe more valuable land at a greater distance firom the shore, not 
be of an expensive description; and that in consequence of th^ line run-* 
ning so close to the sea shore, comparatively few occupation bridges 
would be required. 

I ai|i of opiuicm that lihis railway maylBiesaifeIy«8timated at fifteen 
thousand pounds per mile; but to include all contingencies, it will be 
more advisably to estimate it at sixteen thousand pounds per mile. 

Taking the length of the railway, exclusive of the Duddon Bands and 
Morecambe Bay, at fi%-four and a half miles^ the capital of th^ company 
for this |>art of the undertakii^ would have to he £872,000; and for a 
line ofjrailway from Newb^ggin up to Ulverston, a distance of eight miles, 
which would only require a -single line tof rails to be laid down upon the 
embankment 0^ the river, but including the land from the river to Ulver- 
ston, with stations, sidings, &c., &c., itheoost would be about £28,000 
more, making a total capitol of £900,000 for ^is part of the project. 

From the general charaqter of the work, and facUity of obtaining mate- 
rials all along the line, I am of opinion that if the work is set about with 
spirit, and the money called in as 'last as it is wanted, that the Une of rail- 
way may be opened out to- the public from end to icnd iu about two years. 
I do not pnetend to say that the embankment across Morecambe Bay 
can be completed in that time, but that a good, satfe, and 8ubst^ntial road 
for the engines and trains to ticavel upon, oonstructed with timber in the 
way proposed by Mr. Hague, can be made in that time I have no doubt ; 
this being ouce effectod th^ cpustruction of the enlbanJanent, and the 
other works connected therewith, ean he cai^ried on )viUi the greatest care 
and safety. 

I, however, ^hiidc the completion of -the embankment across More- 
cambe fioi^ Mritt require rather move time than Mr. Hague has allotted it. 
I sbaMprBSaz to push on tbsi yruMkMoU tiba vuV.Hi«9t «n^ ^^ioft \x»ISv$:. 
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upon it, and follow up the construction of the embankment more leisurely, 
and for that reason 1 would assign to the Morecambe Bay embankment 
five years for its completion, although I believe the embankment may be 
made sufficiently secure to shut out the sea from the Bay in three years 
and a lulf^ the tune proposed for its accomplishment by Mr. Hague. Tlie 
embankment across the Duddon, I would engage should be completed by 
the opening of the railway. 

I consider it quite imnecessary to draw comparisons with other projects 
for making railway communications from Lancaster to Carlisle, as this 
line of railway has sufficient merits of its own to stand upon independent 
grounds, and does not require to be bolstered up by deprecating other 
icheoies. 

One thing I think must be quite apparent, that the hostility that has 
been ahown to this line by the promoters of the otber projects, is a dc- 
nranstratiYe proof of the superiority of it, and their apprehension that it 
will tdtnoat^y be carried ; for if our line was so visionary and ho|)eless 
they need not have troubled themselves to depreciate it. 

I am quite willing to submit this project to the ordeal of the public 
opiniony and I have no fear that it will receive such support from the 
public as will enable us to carry it successfully and triumphantly through 
rarlianoent. 

. This line of railway, considering its length, is of as easy execution, and 
as cheap a line as any that have come under my notice, and I beg you to 
bear in mind that this observation is not made as the result of a mere fly- 
ing visit through the country, but of a mature and well digested investi- 
gation upon the spot of every part of the line, and from sections taken 
with as much care and precision as they could have been taken for the 
parliamentary plans. 

It will now oecome necessary to proceed with the surveys, plans, and 
sections for depositing with the Clerks of the Peace on or before the first 
of March, and as the surveys will be extensive, there is not a moment to 
be lost in having them begun upon, for it must be borne in mind that if 
the plans are not deposited on or before the first of March next, a whole 
jrear will be lost in the obtaining of an act of parliament. 

It now becomes absolutely necessary that every one interested in the 
prosperity of West Cumberland should exert themselves in setting man- 
fully to work to forward this project, for if there should be any delay or 
hesitation in the business, it is more than probable that some other line, 
however inferior to this one, will be taken up by the public. A line from 
Lancaster to Carlisle is very much desired, and 1 may say absolutely 
necessary to be made to complete the link now wanted between the South 
of Englcmd and the West of Scotland, and if you do not bring forward 
this line of railway, and support it with all your might. West Cumber- 
land will for ever after remain in the back settlements. 

I have only one more observation to make, and that is, as the gradients 
are so very favourable upon this line, it will be worked as cheaply as 
fiuy railway in the kingdom. 

I am. Gentlemen, 

Your most obedient Servant, 

JOHN M, KASTRICK. 

London, 454, Charing Cross, East, ") 
Dec. 24th, 1838. \ 
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